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Maritime risk at 16-year high 
after tankers targeted again

THE RISK AND cost of commercial shipping in a crucial Middle East 
trade lane dramatically escalated on Thursday after attacks on another 
two tankers in the Gulf Oman triggered the most significant maritime 
security alert since 2003.

Marine insurers are set to raise premiums to transit the Strait of 
Hormuz, through which 16.8m barrels per day of oil transits, as 
shipowners reassess the safety of calling at ports in Gulf countries.

Thursday’s attacks come just over four weeks after four tankers at 
anchor off Fujairah were targeted in similar circumstances.

The May 12 tanker attacks had the hallmarks of a “sophisticated and 
co-ordinated operation” requiring professional divers equipped with 
limpet mines and fast boats. The three countries investigating that 
attack, Norway, the United Arab Emirates and Saudi Arabia, concluded 
that operation was most likely carried out by “a state actor”, with the 
US firmly pointing the finger of blame in Iran’s direction.

One month on, and only hours after Thursday’s “well-planned and 
co-ordinated attack” attack took place, US officials have already 
confidently claimed Iran was responsible for these latest attacks on the 
laden tankers, which left both vessels ablaze and forced crew to 
abandon ship.

A US defence official told CBS News it was “highly likely” Iran was 
behind the attack, stating that sufficient debris had been recovered 
from the attacks to ultimately trace and reveal the source.

The attack’s timing, amid bellicose rhetoric and deteriorating relations 
between Iran, the US and its Middle East allies, is particularly 
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sensitive. On Wednesday Iran-sponsored Houthi 
rebels fired missiles at an airport in southwestern 
Saudi Arabia, killing 26.

However, despite widespread speculation on Iran’s 
involvement, the immediately available security 
intelligence paints a more nuanced picture in which 
the available facts provide “no key lines of evidence 
indicating responsibility or intent identified”, 
according to maritime security intelligence company 
Dryad Global.

Examining the attack on the Marshall Islands-
flagged Front Altair, Dryad noted certain aspects 
were indeed “consistent with what would be 
expected of Iranian involvement”.

However, it added: “States such as Iran are rational 
actors, and will not conduct attacks in the Strait of 
Hormuz merely to ‘disrupt’ global shipping, without 
there being a clear national interest in doing so.

“At a time where the Iranian economy is struggling 
and sanctions are biting, it seems surprising that 
Iran would endeavour to conduct such a bellicose 
strategy.”

Inconsistencies
The incidents came as Shinzo Abe, Japan’s prime 
minister, was visiting Iran in a bid to reduce friction 
between Tehran and Washington.

It would be “remarkable” for Iran to knowingly 
target vessels that were cargoes for Japanese-
operated ships at the same time that Japan’s prime 
minister was visiting Iran, according to Dryad.

“These inconsistencies in terms of interest and 
motive do not rule out Iranian involvement, but they 
do suggest that a wider regional narrative may be at 
play, and that the responsible party could in fact not 
be Iranian once a further investigation is 
completed,” the assessment said.

While the question of who carried out the attacks is 
now a matter for the international security actors, 
the shipping industry has, in the words of 
Intertanko chair Paolo d’Amico, once again found 
itself “caught in the middle of a geopolitical conflict 
over which it has no control”.

Stephen Askins, a London-based maritime lawyer 
specialising in piracy and terrorism, said: “It is 
obviously a significant escalation and appears to be 
a surface attack [unmanned drone or craft] 
exploding against the shell plating.

“Again it suggests a state actor, although why those 
ships is not clear.”

Mr Askins said the second attack on commercial 
shipping in four weeks raised questions about 
whether certain ports or areas were unsafe or 
dangerous, allowing shipowners to refuse to accept 
orders to proceed.

“It will certainly give owners pause for thought as 
they work out risk allocation under the contracts 
and their insurance position,” he said. “What 
constitutes danger is a difficult concept.

“Here it may be that the risk is still low but the 
consequences are significant.”

Shipbrokers in London said owners have yet to make 
any clear call on whether or not they will continue to 
ply the waters of the Middle East Gulf. Ships transit 
through there to load crude, and refined products 
including middle and light distillates, making it a 
crucial global energy artery.

About 30 to 40 very large crude carriers transit 
every 10 days, with more than double that number of 
product tankers also making voyages east to Asia 
and west of the Suez Canal.

VLCC shipping rates have yet to be tested, said one 
shipbroker, adding one cargo was being worked 
today and that it had received “a few offers”, with 
owners asking higher prices.

Jonathan Moss, head of shipping at law firm DWF, 
noted in a statement on Thursday: “Determining the 
level of risk in the region is difficult as long periods 
of calm are followed by a spate of notifications to 
marine insurers of large claims caused by acts of 
aggression.

“Given the risk of hostility in the Gulf, underwriters 
will be closely scrutinising voyages on a case-by-
case basis with premium increases covering vessels 
in the region a near certainty.”

Since May 24, London’s War Risk Committee has 
extended the listed areas off Oman, the UAE and 
Saudi Arabia, which requires owners to notify 
marine insurers when they enter these areas and 
may see additional premiums levied.

There was not an automatic uplift in premium but 
“there is a chance that may change and that there 
will be an increase in rates across the board” said 
Mr Askins, a partner at Tatham & Co.
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“It’s down to underwriters to react as they think fit 
based on the specifics,” Neil Roberts, head of marine 
underwriting from the Lloyd’s Market Association, 
told Lloyd’s List.

Risk management software provider Russell Group 
said that its computer model indicated that that 
cargo insurers face exposure values of $40m for the 
goods on Panama-flagged product tanker Kokuka 
Courageous, and $25m for the naphtha on Front 
Altair.

The crew from Kokuka Courageous are now on the 
USS Bainbridge after being picked up from a 
Netherlands-flagged workship. Another 23 crew 
from Front Altair are now said to be at the Iranian 
port of Jask, after they were transferred to an 
Iranian rescue boat from the cargoship Hyundai 
Dubai, which took them from the tanker. Their 

repatriation being worked through via diplomatic 
channels.

Oil prices rebounded from a five-month low on the 
news, with Brent crude as much as 4% higher during 
morning trading than at yesterday’s close. The 
August contract was at $61.55 per barrel at 1755 hrs 
London time. Yesterday prices hovered at around 
$60 per barrel, after briefly dipping lower.

Shipping freight costs are a fraction of the oil cost, 
comprising about $7.30 per tonne on VLCCs from 
the Middle East to Asia. That is about 0.002% of the 
overall cost of shipping a 270,000-tonne cargo, 
suggesting that perceived risk, rather than higher 
rates and marine insurance premiums, will affect 
the overall oil cost.

Additional reporting: David Osler

TANKER crews have been evacuated in the Gulf of 
Oman after attacks on two vessels.

The incident, which pushed Brent oil prices up as 
much as 4.5% in London, comes weeks after attacks 
on four tankers in the region.

The US Navy said it assisted two tankers after a 
“reported attack”.

Unconfirmed images showed smoke coming from at 
least one vessel and some reports claiming 
torpedoes may have been used. The cause of any 
damage has not been confirmed and nobody has 
claimed responsibility.

“US naval forces in the region received two separate 
distress calls at 6:12 am local time and a second one 
at 7:00 am,” the US 5th fleet, which is based in 
Bahrain, said. “US Navy ships are in the area and 
are rendering assistance.”

The United Kingdom Maritime Trade Operations, 
part of the Royal Navy, is “currently investigating” 
the incident, the group said in a statement.

The vessels involved are the Frontline-owned Front 
Altair and the Panama-flagged Kokuka Courageous.

In a statement, Frontline confirmed that the 111,088 
dwt Front Altair was on fire, while its crew had left 
the vessel safely. The ship is owned by the John 
Fredriksen-led shipping giant and is flagged with 
the Marshall Islands.

Lloyd’s List Intelligence data shows the tanker was 
heading to Kaohsiung in Taiwan from Ruwais in the 
United Arab Emirates.

Taiwan’s state oil refiner CPC Corp, which chartered 
Front Altair, said the vessel was carrying 75,000 
tonnes of naphtha and was “suspected of being hit 
by a torpedo”, the BBC reported.

BSM Ship Management, the ship manager of 27,000 
dwt Kokuka Courageous, said in a statement that it 
had launched a full-scale emergency response to an 
unspecified incident.

It said the incident had caused damage to the 
vessel’s hull starboard side. The crew abandoned the 
Panama-flagged ship and were picked up by a 
nearby vessel, Coastal Ace. One of the 21 crew 
members was “slightly injured in the incident”, the 
ship manager added.

It said: “The Kokuka Courageous remains in the 
area and is not in any danger of sinking. The cargo 
of methanol is intact. The vessel is about 70 nautical 
miles from Fujairah and about 14 nautical miles 
from the coast of Iran.”

Kokuka Courageous was en route to Singapore from 
Jubail, Saudi Arabia.

A Frontline spokesperson said the cause of the fire 
on Front Altair was not yet certain.

The attacks were the second in a month near the 

Oil tankers ‘attacked’ in Gulf of Oman
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Strait of Hormuz, a major strategic waterway for 
world oil supplies.

“We need to remember that some 30% of the 
world’s [seaborne] crude oil passes through the 
strait,” said Paolo d’Amico, chairman of Intertanko 
tanker association. “If the waters are becoming 
unsafe, the supply to the entire Western world 
could be at risk.”

BIMCO, the shipowner trade association, 
condemned the attacks.

“We strongly call for nations to do what they can to 
de-escalate tensions and ensure the safe passage of 
merchant shipping in the Strait of Hormuz,” said 
secretary-general Angus Frew.

“It is unacceptable that the lives of innocent 
seafarers are put at risk in these unprovoked 
attacks.”

BIMCO head of security Jakob Larsen said the 
matter was of urgent concern to the industry.

“While we await the results of the investigations of 
the attacks, the tension in the Strait of Hormuz and 
the Persian Gulf is now as high as it gets without 
being an actual armed conflict,” he said.

One unidentified London-based shipbroker was 

quoted by the Financial Times as saying the incident 
was “very alarming”.

“After the last incident, in particular, you can see 
that it is more expensive to insure both cargo and 
vessels travelling in the region. It is likely this will 
be even more now,” the shipbroker said.

Last week, a report by the UAE said the May 12 
attacks on four vessels off the coast of Fujairah was 
likely carried out by a “state actor”.

Iran has denied any involvement in that incident.

Iran’s foreign minister Mohammad Javad Zarif 
described the latest incidents as “suspicious” and 
implied that the fault lay with a person or group 
trying to damage his country.

“Suspicious doesn’t begin to describe what likely 
transpired this morning,” he tweeted.

Japan’s prime minister Shinzo Abe is currently on 
an official visit to Iran in a bid to reduce tensions 
between the Islamic republic and the US.

The latest incident comes a day after Yemen’s Houthi 
rebels fired a missile at an airport in Saudi Arabia, 
injuring 26 people. The Houthis also claimed an 
armed drone strike last month on Saudi oil pumping 
stations.

Tanker attacks: Diplomatic channels opened 
to repatriate crew
DIPLOMATIC channels have been opened with 
Iran to repatriate the crew of the oil tanker Front 
Altair — one of the two tankers attacked in the 
Gulf of Oman on Thursday morning.

All 23 crew on board the 111,088 dwt long range 
two Front Altair were rescued by the nearby 
cargoship Hyundai Dubai after abandoning ship in 
the wake of three rounds of explosions, which the 
master of Hyundai Dubai reported as a “surface 
attack”.

The rescued crew members were subsequently 
transferred to an Iranian rescue boat and are 
understood to be in the Iranian port of Jask.

The Norwegian Shipowners’ Mutual Risks 
Insurance Association (DNK) is now working with 
the vessels’ owners Frontline and “relevant 

government agencies” to respond to the incident. 
Lloyd’s List understands that part of that response 
will involve securing diplomatic channels to ensure 
that the 23 crew are repatriated as swiftly as 
possible.

While there is currently no suggestion that the 
crew will be detained in Iran, sources close to the 
negotiations have described the discussions a 
“politically sensitive”, given the heightened 
security issues raised by the reported attacks.

Despite the sensitivities legal sources suggest that 
crew repatriation should not prove to be 
problematic.

“It shouldn’t be an issue unless the geopolitics 
come into play,” said Stephen Askins, partner 
at Tatham & Co maritime solicitors. “This isn’t 
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DryShips gets merger offer from Economou
DRYSHIPS’ share jumped by 25% in New York early 
on Thursday after chief executive George Economou 
made an offer to buy out other shareholders in the 
company.

Through a Marshall Islands-registered vehicle, SPII 
Holdings, the Greek shipowner is offering $4 per 
share, representing a 27% premium to DryShips’ 
closing price of $3.16 on June 12.

Calling the proposed deal a “very attractive 
opportunity”, SPII also said that the offer equated to 
a 20% premium on the volume-weighted average 
share price over the last 10 trading days.

Mr Economou already controls more than 83% of 
DryShips and SPII underlined that the offer 
addressed only the common shares not already 
owned by Mr Economou’s group.

The owner was not interested in selling any of the 
shares under his control nor would the group expect, 
as majority shareholder, to vote in favour of any 
alternative sale, merger or similar deal presented to 
DryShips.

If the acquisition takes place DryShips would be 
merged into a subsidiary of SPII. It said the proposal 
was a “preliminary expression of interest”, without 
binding commitment, and in order to be consummated 
would also need approvals from DryShips’ lenders, 
although it was confident that these could be obtained.

“We believe that private ownership is in the best 
interests of the company, as it would result [in] the 
flexibility to focus on a long-term perspective 
without being constrained by the public company 
emphasis on achieving short-term results,” said the 
letter from SPII to the DryShips board.

It was confident that the proposed transaction “not 
only offers compelling value to the company’s 
shareholders but is also in the best interests of the 
company and its other constituencies.”

DryShips, which was launched on Nasdaq in 2005, 
helping to trigger a spate of initial public offerings 
during the dry bulk boom years, has been 
dramatically revived by Mr Economou over the last 
two years.

It now has an overwhelmingly modern fleet of 32 
ships including 20 bulkers, six tankers and six 
offshore support vessels.

The proposed acquisition came just days after 
DryShips unveiled an agreement to acquire just over 
50% of Heidmar from investment bank Morgan 
Stanley in a move that will give it 100% ownership of 
the tanker pools operator.

The company’s assets included $151m in cash and 
equivalents on its balance sheet at the end of the 
first quarter of 2019.

WHAT TO WATCH

like those situations where military personnel 
are taken ashore and paraded. I would have 
thought they would be repatriated without 
problem.”

In a separate attack, the 21 crew from the 27,000 
dwt Bernhard Schulte-operated tanker Kokuka 
Courageous abandoned ship and were quickly 
rescued from a lifeboat by the nearby Netherlands-
flagged work ship Coastal Ace.

While one crew member from the Kokuka 
Courageous was slightly injured in the incident, all 
crew are now reported to be safely on board a US 
naval vessel in the region.

Reports issued by Iran’s state-owned Islamic 
Republic News Agency that both vessels’ 
crew had been taken to Iran and that the Front 

Altair had sunk were quickly proved to be 
inaccurate.

While details of the attacks remain a matter of 
speculation, shipping industry representatives 
have already voiced serious concern about crew 
safety in region.

“I am extremely worried about the safety of our 
crews going through the Strait of Hormuz. We have 
people of every nationality and vessels of every flag 
transiting that crucial sea lane every day,” said 
Paolo d’Amico, chairman of tanker owners’ body 
Intertanko

He added: “We need to remember that some 30% 
of the world’s crude oil passes through the strait. If 
the waters are becoming unsafe, the supply to the 
entire Western world could be at risk.”
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Viewpoint: Ports key to supply chains
WHY cannot governments be more positive about 
ports? They represent the front door to any country 
and to an island like Britain, efficient ports with 
good landside communications are the very key to 
national prosperity, writes Michael Grey.

They really should be considered part of the national 
infrastructure, but in reality only the biggest receive 
any constructive thought from transport 
departments and ministers, when all of the hundred 
or so havens around these shores should be 
considered as useful conduits in and out of the 
nation.

I was minded to write this after reading the latest 
issue of Coastal Shipping, which provides an 
astonishing monthly roundup of this often neglected 
sector. It is edited with extraordinary insight by 
Bernard McCall, a Bristolian who somehow manages 
to compress into his pages something of the variety 
of ships and cargoes in and out of ports that rarely 
seem to attract any other notice.

Last year for instance, the little coaster port of 
Wisbech, between King’s Lynn and Boston, was 
busier than it had been for 20 years, with nearly 100 
ships in and out. I must confess that I thought it was 
almost inactive. I should get out more.

Teignmouth, which has recently been dredged, has 
been furiously busy and with bigger ships alongside. 
The longest ship yet entered the port of 
Littlehampton, and there are River Trent berths and 
Scottish wharves that are recording a lot of activity. 
If shipping is our business, we should register all 
this rather more than we do.

But there are two areas of concern for anyone 
running these useful little ports and terminals.

First, and most important, is the failure of 
government to acknowledge their potential for 
growth and to recognise their need for efficient 
landside connections to enable them to be a more 
effective link in the supply chain. They need a decent 
road system to link them to the customers if they are 
to thrive, but because they are small they are 
ignored in the grand scheme of transport, with its 
demands for airport runways and the folly of HS2.

There is also a real problem in that scale economies 
in the smaller size of ships are every bit as pressing 

as those for mega containerships. What we like to 
think of as “coasters” and shortsea bulk carriers are 
outgrowing the rivers and waterways that serve 
these small but useful ports.

There is also pressure from developers, who can 
demonstrate the “value added” from ceasing to move 
cargo over wharves and building nice blocks of flats 
overlooking the water. I can recall the last cargoes 
into Preston, Exmouth and Colchester, while 
Bernard McCall lists the end of trade in Fosdyke, 
Wells next the Sea, Norwich, Scarborough, Whitby 
and Selby, along with many others.

Somebody will suggest that it is progress, but just as 
there is a lot of regret in hindsight about railway 
closures, bringing cargo closer to where it was 
needed was not a stupid or ignoble thing to do.

The wisdom of the Port of London Authority for 
securing upriver Thames wharves for possible future 
cargo handling, rather than let the developers have 
their way, ought to inspire others. You may think it is 
a legacy issue, wishing to hand the possibility of 
cargo handling on to those who might take up this 
activity in the future. There is no going back once 
the developers have their way.

It is, of course, all to do with money and while the 
little ports are busy because they are efficient and 
economical for ships to use, the accesses are often 
expensive to maintain, prone to siltation, even before 
the demands of longer and deeper ships are 
considered. There is also a rather nasty environmental 
cabal ensconced in this country, which seems 
automatically opposed to any dredging, even though 
the capability of floating dredge plant has never been 
greater and the need for it demonstrable.

But above all, there needs to be a degree of joined-up 
thinking in considering ports and their needs rather 
more and emphasising its role in national transport 
infrastructure.

There is just no point in thinking of ports in 
isolation and expecting them to pay for a 
disproportionate share of the road or rail 
infrastructure if they want to keep the traffic 
flowing. And yet there is often no sense of priority 
here, and aeons sometimes pass as vital road 
improvements are argued about. There are some 
sensible policies being recommended by the British 

OPINION
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Ports Association and one can only hope these 
arguments may bear fruit.

Finally, it is another and perhaps regrettable facet 
of coastal shipping that is made clear in Mr 
McCall’s pages, which is the inexorable downward 
trajectory of so many of these small ships to some 
of the world’s less respectable flags.

Why do they re-register their ships in places that 
you would need a very good modern atlas to 
identify? They do this because, perhaps apart from 
the Netherlands, it is too expensive for these little, 
undervalued and under-rewarded ships to be 
registered under their own flags.

That ought to worry somebody too.

The Interview: Lars Rhodin
THE recent run of annual results from International 
Group affiliates look horribly like a motorway 
multiple pile-up. But the Swedish Club — whose 
annual general meeting was held in Gothenburg this 
week — somehow walked away from the wreckage in 
more or less one piece, writes David Osler.

In underwriting terms, the marine mutual — headed 
by managing director Lars Rhodin — got things 
almost exactly right, hitting the combined ratio 
sweet spot of 99%.

Even the headline book deficit of just over $5m is 
essentially down to an accounting quirk, as we shall 
see.

So what, then, is the secret of Swedish Club’s relative 
success? The main element, according to Mr Rhodin, 
is being more than just a P&I club.

“You have to look at the totality of what we do,” he 
explains. “P&I is one thing, but then we do marine 
products, hull, IV [increased value], loss of hire, war. 
We also have participation on the energy side, in 
terms of offshore mobile units.

“Diversification is in fashion and a lot of P&I clubs 
talk about it. That is driven by risk management, 
income stream, capital allocation benefits and stuff 
like that. But we have been diversified almost ever 
since we were born.”

Then, speaking by phone from the club’s 
headquarters in Sweden’s second city of Gothenburg, 
he talks me through some of its unique history.

I had not realised that the Swedish Club started life 
as a hull mutual in 1872, in the wake of the arrival of 
the steam engine, a disruptive innovation of that era 
that made it difficult for steam punk shipowners to 
secure insurance cover.

It did not even write P&I until 1910, which makes it 
something of a Johnny-Come-Lately by IG 
standards.

Lloyd’s List | Daily Briefing Friday 14th June

“I look upon us as in good shape,” Mr Rhodin 
confirms. “We got our Standard & Poor’s A rating in 
January, which is recognition for what we have 
delivered.

“If you look at underwriting performance over the 
past 10 years, it has also been strong within the 
International Group, among the top three. We stand 
up well in comparison, when you see other clubs’ 
results.”

Swedish Club is, along with Skuld and the American 
Club, one of only three IG members to base its 
financial year on the calendar year rather than year 
to the January 20 renewal.

That worked against it this year, when investment 
returns fell sharply in the final quarter of 2018, only 
to pick up again in the first quarter of 2019. That 
means that the 2018 deficit has already been made 
up.

“If you look at our capital position in relation to the 
requirements of the regulator, I think we come out 
as one of the strongest, as disclosed in the solvency 
and financial condition reports we are obliged to 
make public,” Mr Rhodin adds.

But looking at the fortunes of the P&I sector as a 
whole, Mr Rhodin professes himself not to be 
particularly alarmed by other people’s losses.

Indeed, these are inevitable, given a climate of 
several consecutive years of zero increases, and the 
churn effect from price differentials for 
newbuildings.

But what probably pushed things over the edge this 
year — as a number of club bosses have said in 
interviews with Lloyd’s List — was the level of pool 
claims. Mr Rhodin agrees with his rivals’ 
assessment that this was mainly the work of chance.

In pool claims terms, 2016 was a benign year, 2017 
more normal, and 2018 saw not so much an increase 
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in number but in value of the losses when things did 
go wrong.

“The fact is, we had a lot of pool claims last year, and 
last year is still a young year for the pool. There is 
more correlation between shipping cycles and claims 
on the hull side than there is on P&I, especially in 
pool claims. I don’t think there is such a correlation, 
it is just random.”

This is inevitably going to have an impact on pricing, 
Mr Rhodin admits. All clubs, including the Swedish 
Club, need sufficient premium income to cover their 
obligations, after all.

So can owners reasonably expect to be paying more 
for P&I next year, I ask. Mr Rhodin’s reply is as 
simple as it is unambiguous: “Yes.”

That goes for H&M cover too, he warns. The 
weakness of that line, which has rarely made an 
aggregate profit over the past two decades, is 
common knowledge.

Mr Rhodin argues that premiums have not been 
commensurate to exposure, and that there is under-
pricing in the market across the board.

As someone who writes fixed price H&M cover on a 
purely commercial rather than mutual basis, he can 
therefore understand Lloyd’s encouragement for 
loss-making marine syndicates to pack their bags.

“They are doing the necessary. If syndicates have 
been losing money for three years, they have to put 
together a solid business plan to rectify, that or they 
have to cut back on their underwriting.

“It is triggered by a situation like the one we saw last 
year, when there was virtually no investment income 
either. Then you stand or fall on your underwriting 
performance alone.”

To complete a triple whammy for shipowners, he 
also foresees war risk getting more expensive next 
year, which is not rocket science given the politics of 
the Middle East right now.

But if insurance does become a bigger burden, I ask, 
can shipowners complain? Again, Mr Rhodin comes 
straight to the point.

“I don’t think so. The other side of the coin is, it has 
been inexpensive before. Talking for the Swedish 
Club, we haven’t had a general increase for four 
years, and most clubs haven’t had them for three 
years or more.

“Mutual P&I clubs have been able to hold back. But 
there is always underlying claims inflation, and with 
no increases and the churn effect, and a pool 
outcome that is different from the last year, clubs 
need to do something.

“It’s a reaction, but it is not an over-reaction. Maybe 
some companies are more drastic. But it is a 
process where you look upon the risk and you 
realise that you can’t keep doing it for market 
share.

Lars Rhodin has spent more than 30 years with the 
Swedish Club, joining after an education in 
maritime law and economics, and one early career 
job in a private law practice.

He grew up on the coast as the son of a university 
academic, and while he enjoyed leisure sailing, 
there were no family ties with insurance or 
shipping.

“Sometimes there are coincidences in life,” he 
reflects. “I studied maritime law at the University of 
Oslo, and that’s how I came in contact with the 
Swedish Club.”

The surname Rhodin sounds more French than 
Scandinavian, and it may even be that Mr Rhodin is 
distantly related to Auguste Rodin, the sculptor 
famed for such famous works as The Thinker and 
The Kiss.

The family legend is that their forebears came over 
to Sweden around 1810, when French general 
Jean-Baptiste Jules Bernadotte was appointed de 
facto head of state as a result of the Napoleonic 
Wars, and was subsequently crowned King Karl 
XIV Johan.

“One of my achievements in life, when I was a young 
backpacker, was to persuade the people at the Musée 
Rodin in Paris to let me without paying an 
admission fee, by claiming to be a relative in 
Sweden,” Mr Rhodin revealed.
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ANALYSIS

Oxygen depletion fatalities on the rise
FATALITIES arising through a lack of oxygen are, 
alarmingly, on the rise.

Over the past 20 years, there have been 140 
confirmed reports of fatalities during the carriage of 
solid bulk cargoes, according to statistics compiled 
by the Dry Bulk Terminals Group. That is an average 
of seven deaths per year

But, just last year, 25 cases were reported, while so 
far in 2019, five deaths have been linked with the 
lack of oxygen in an enclosed space, especially on 
bulkers, the statistics compiled by Captain Kevin 
Cribbin showed.

About 119 people lost their lives due to asphyxiation 
and/or carbon monoxide poisoning, including at 
least 87 who died on hold access ladders, 27 in cargo 
holds, and five in adjacent spaces. Some 19 deaths 
were related to gas explosions.

The highest number of fatalities involved wood 
products and coal carried mostly on smaller bulkers.

There are signs that the most recent bulker accident, 
which killed 10 workers in China at the end of May, 
was linked to a carbon dioxide leak, which, if proven 
conclusive, will treble the figures for this year, said 
Nic Ingle, former executive director of the terminal 
group.

While the final investigation has not yet been 
completed, an initial report found that a third officer 
had accidently opened the valve of a CO2 tank on the 
1994-built, 69,000 dwt bulk carrier Jin Hai Xiang 
while maintenance work was being carried out at a 
shipyard. He was subsequently arrested.

“The statistics suggest that matters are escalating,” 
said Mr Ingle, who stepped down as head of the 
terminal group at the end of May but stays on in an 
advisory role. The figures could be even higher if 
assumptions about non-reporting of events is taken 
into consideration.

“This is unacceptable and totally preventable,” he 
said, adding that education and awareness will go a 
long way in cutting the number of deaths and 
injuries, while making use of technology such as 
electronic canaries and assessing the risks before 
entry into a confined space need to become standard 
procedure.

DBTG is hoping to take up the matter with the 
International Maritime Organization for discussion 
at the next sub-committee on the Carriage of 
Cargoes and Containers which meets in September 
but is awaiting endorsement by a member state.

An IMO spokesperson said that any 
recommendations by a flag state need to be 
submitted by July 19 for inclusion in the meeting’s 
agenda.

In 2016, the IMO tightened its rules in the 
International Convention on Safety of Life at Sea by 
requiring ships to carry portable atmospheric 
testing equipment.

More could be done to save lives as some of the 
losses have been related to shore-based workers who 
board ships without any warnings or knowledge of 
the dangers.

The issue has also been highlighted by TT Club, 
which sent updated guidance to its members earlier 
this month.

“The issue of enclosed space incidents on ships 
continues to plague the industry,” said risk 
management director Peregrine Storrs-Fox.

Many experts believe that either the current 
regulations “are insufficient or the application of 
them is lacking,” he said, adding that more 
education and training is thus needed as workers 
cannot assume there is a consistent application 
of the International Safety Management code 
across each flag state, and among the diverse 
shipowners.

Some may not even use personal protective gear, and 
in their haste to help a colleague, may find 
themselves in danger.

“TT Club aims to raise awareness about the risks 
which enclosed spaces present and recommend 
effective training of personnel,” said senior loss 
prevention executive Michael Yarwood. That 
includes practice drills, allowing personnel to 
immediately recognise an incident and act 
accordingly.

“It is a natural instinct to rush to the aid of 
somebody who appears to be in trouble,” he said. “It 
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is hoped that in the event of such an incident, 
sufficient training will reinforce the need to raise the 
alarm, adhere to procedure and wear the 
appropriate personal protective equipment before 
entering a potentially lethal environment.”

Enclosed spaces present risks through the global 
supply chain, ranging from ship holds and 
passageways, to silos and tank cargo transport units.

Lack of oxygen is a silent killer as there are no 
obvious warning signs such as coughing or feeling 
breathless.

If oxygen levels in a space are depleted, to a range of 
4% to 6%, a worker could fall into a fatal coma in 
under a minute. Levels between 6% and 8% can 
cause a fatality within minutes of exposure, while 
anything below 19.5% leads to decreased mental 
capacity.

The first sign of oxygen depletion is when an 
individual becomes unconscious, which can happen 
very quickly. It is not uncommon to find that a 
second or third person loses consciousness in an 
attempt to rescue the first because “appropriate 
emergency response, escalation and reporting 

procedures have not been in place, understood or 
followed,” according to TT Club.

“Developing, communicating and practising an 
emergency rescue plan is an essential part of the risk 
assessment process,” it said.

In one instance, a second officer collapsed on the 
stairs leading to the enclosed space while he was 
trying to assist a co-worker.

Some ships and terminals have signed a joint safety 
declaration ensuring that enclosed spaces are 
properly designated, and persons cannot enter 
without express permission from the master or chief 
officer. Comprehensive ventilation and gas testing is 
also carried out, with a personal detector, on a 
pendant, measuring oxygen levels before entry into 
any area.

In addition, instructions can also stipulate that 
no one may enter the enclosed space without back-
up.

However, the issue is that not everyone is following 
this sound advice and this is a practice that needs to 
change.

Cagliari transhipment hub future in doubt
THE future of Contship Italia’s Cagliari 
International Container Terminal remains in doubt 
following Hapag-Lloyd’s decision to discontinue calls 
to the Sardinian transhipment hub.

The Port System Authority of the Sardinian Sea, 
Cagliari’s administrative body, was forced to issue a 
statement following press reports that Contship 
Italia had already closed the facility.

“Contrary to the untrue news circulated among the 
sector operators, and in order to avoid the further 
diffusion of distorted information damaging to the 
operational and commercial reputation of the 
Cagliari port, the Port System Authority of the Sea 
of Sardinia considers it necessary to clarify that the 
Port Channel has not ever stopped working and 
continues, as usual, to accept commercial traffic,” it 
said in a statement.

“With extreme clarity and transparency, we turn to 
all operators so that they can find ample reassurance 
about the full operation of the Cagliari port, 
counting, as always, on the maximum availability 

and professionalism that distinguishes the entire 
local port cluster.”

Nevertheless, the outlook for the terminal remains 
bleak. A spokesman from Contship Italia 
shareholder Eurogate said that while there was no 
official statement “all parties are still negotiating the 
future of the terminal”.

Cagliari’s problems came to a head last week when 
Hapag-Lloyd informed in a customer advisory that it 
was forced to stop acceptance of cargo to and from 
Cagliari with immediate effect, stating that CICT 
had stopped serving container vessels altogether.

“Hapag-Lloyd is forced to stop acceptance of cargo 
to and from Cagliari with immediate effect as CICT 
[Cagliari terminal operator] has stopped serving 
container vessels.”

Import cargo to Cagliari already en route or at 
transhipment terminals has been diverted to 
Livorno and Genoa. Hapag-Lloyd cargoes destined 
for Cagliari can only be delivered via ferry and ro-ro 
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services from the diversion ports. Exports must now 
by delivered by customers to either Livorno, Genoa 
or La Spezia, depending on the trades concerned.

Hapag-Lloyd said that for import cargo currently en 
route to Cagliari, the discharge port will be changed 
to Livorno or Genoa. The carrier however offers 
delivery to Cagliari via ferries or roro vessels at an 
additional cost of €500 per 20’ box and €750 per 
40’ container.

The Eurogate spokesman denied that Hapag-Lloyd 
had cancelled the call because of plans to shutter the 
facility.

Three other calls related to scheduled services 
connected to Cagliari by Hapag-Lloyd had earlier 
been re-routed to other Mediterranean ports earlier 
in the year as the German carrier sought to improve 
its network efficiency.

This in turn had led to a slowdown at Cagliari, 
leading to industrial action as port workers were laid 
off and May salaries went unpaid.

After Hapag-Lloyd’s departure, Unimed (UFS) 
briefly added calls at CICT to its ‘New Tyrrhenian’ 
feeder, a loop that connected Livorno, Genoa, 
Catania and Naples with Cagliari. This call has been 
dropped again and — for the time being — Sardinia 
is no longer served by any lo-lo container ships, but 
exclusively by ro-ro freighters and ropax ferries, 
according to Alphaliner.

Despite a berth length of 1,520 m and an annual 
design capacity of 1.30 m teu, throughput at Cagliari 
has declined significantly over the past two years, 
falling 49% in 2018 to just 200,000 teu, according to 
Alphaliner figures.

In its annual report 2018, the Hamburg-based 
Eurokai, majority owner of Eurogate and Contship 
Italia, said that the future of the terminal remained 
an important topic on its 2019 agenda. Eurokai 
pointed out that it would need to asses the ‘risks’ 
and ‘opportunities’ of maintaining Cagliari 
operational and explore all possible options.

“A permanent closure of the terminal, or a re-boot as 
a non-container facility could therefore be on the 
agenda,” Alphaliner noted.

Drewry ports analyst Neil Davidson said that 
Hapag-Lloyd’s departure was a huge blow.

“Eurogate/Contship Italia and the port authority will 
no doubt be talking about what can be done to 
address the situation,” he said. “It will require give 
and take on both sides.”

There was a local Sardinian gateway market of 
around 100,000-150,000 teu per annum that still 
needs to be served, however.

“The container terminal can continue to provide a 
role in this respect, so I would expect a reduced 
operation to remain in place at least,” Mr Davidson 
said. “Otherwise, all this gateway cargo would have 
to switch to ro-ro services.”

But ultimately, the terminal’s primary role was as a 
transhipment hub, he added.

“Unless another carrier/alliance could be persuaded 
to start using the terminal for this purpose, and 
quickly, some tough choices are going to have to be 
made,” he said.

MGO will remain a safer bet over LSFO 
at top bunkering port
A FUEL type considered essential for international 
shipping to make the low-sulphur transition may not 
become widely available until near or beyond the 
regulatory deadline, according a report from 
Singapore’s maritime regulator.

The International Maritime Organization is set to 
impose a 0.5% regulatory cap on sulphur content in 
marine fuels at the start of next year. Only those 
vessels installed with scrubbers will be allowed to 
carry and burn non-compliant marine fuels after the 
new rule takes effect.

Many shipowners — including the largest box ship 
and tanker owners-operators — have signalled plans 
to either switch to marine gasoil or burn fuel oil with 
less than 0.5% sulphur content.

Most have counted on the ready availability of 0.5% 
sulphur fuel oil — commonly known as LSFO — in 
Singapore, the world’s biggest bunkering hub.

This expectation is supported by the finding of the 
IMO 2020 guide released by the Maritime and Port 
Authority of Singapore and the Singapore Shipping 
Association.
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Some 33 out of 49 licensed bunker suppliers will 
ready their LSFO supplies by early 2020, the guide 
stated.

Of these suppliers, only Hong Lam Marine is 
supplying LSFO out of Singapore, while two others 
— Equatorial Marine and Grandeur Trading & 
Services — will make their LSFO supplies ready in 
June.

Supermajor BP has indicated that it would supply 
this fuel type, subject to demand.

The remaining licensed bunker suppliers — Total, 
Shell and Chevron included — plan to offer LSFO 
only from the third quarter of this year through to 
the first three months of 2020.

The MPA-SSA IMO 2020 guide suggested however, 
that 44 licensed players are supplying MGO in 
Singapore today and about 10 of them now provide 
ultra-low-sulphur fuel oil of less than 0.1% sulphur 
content.

What these data imply is that shipowners can still 
switch to burning MGO and ULSFO, which now 
seem to be readily available.

But while MPA-SSA’s efforts are commendable, 
seasoned industry players argue that broadly 
speaking international shipping still requires more 
information to help minimise disruption during the 
low-sulphur transition.

Timothy Cosulich, chief executive of Fratelli 
Cosulich, said that while ULSFO products were 
introduced two years ago, this fuel type still 
accounts for a small share of global marine fuel 
consumption. He does not see the ULSFO share 
growing significantly post-IMO 2020.

This view is consistent with the expressed positions 
of major shipowners, which have indicated their 
intent to switch to higher-cost MGO in the event 
that LSFO fuel products compatible with their 
installed ship engines are not available

The shipping community is thus far still seeking 
guidance on the volumes and specifications of LSFO 
products to be offered at their ports of call.

It is likely that supermajors and trading houses that 
hold and supply fuel products to the rest of the 
bunkering value chain will release the necessary 
details much closer to the 2020 regulatory deadline, 
one industry source told Lloyd’s List.

IN OTHER NEWS
Delta Tankers and Zodiac Maritime 
identified as Brightoil VLCC buyers
THE two latest Brightoil 
Petroleum very large crude 
carriers to be auctioned off in the 
Far East have gone to Greece-
based Delta Tankers and UK-
based Zodiac Maritime, Lloyd’s 
List has learned.

For Diamantis Diamantidis-led 
Delta it will be the second VLCC 
picked up from the fleet of the 
embattled Hong Kong-listed oil 
company and tanker owner in a 
matter of weeks.

Delta had already acquired the 
2012-built Brightoil Glory, 
auctioned by the High Court of 
Hong Kong last month for 
$58.8m. It has already been 
renamed Delta Glory.

Shipowners in Greece and Hong Kong 
join to express 2020 ‘concerns’
SHIPOWNERS from Greece and 
Hong Kong have jointly voiced 
hopes that decisions emerging 
from the current meeting of the 
International Maritime 
Organization’s Maritime Safety 
Committee (MSC 101) will help to 
ensure a “safe, consistent and 
smooth implementation” of the 
2020 global sulphur cap.

After a meeting between the two 
national shipowners’ bodies, held 
in Hong Kong, a joint statement 
said that they both remain 
committed to IMO decisions and 
goals but were concerned about 
the availability and cost of 
compliant fuels as well as 
“several safety and fuel 
compatibility issues”. These, they 

said, “hopefully can be fully 
addressed by the different 
stakeholders before 2020”.

Both associations expected MSC 
101 to “deal decisively with the 
pertinent safety issues so that 
the new rules are compatible with 
the operational needs of the 
different types of oceangoing 
fleet”.

Gunvor eyes offtake with 
Commonwealth LNG
TRADING house Gunvor is eyeing 
a long-term offtake arrangement 
with the 8.4m tonnes per annum 
Commonwealth liquefied natural 
gas terminal on the US Gulf 
coast.

Its Singapore arm has signed 
a preliminary deal with the 

Lloyd’s List | Daily Briefing Friday 14th June



Page 13

owner of Commonwealth LNG 
to pave the way for a definitive 
15-year sale and purchase 
agreement for 1.5m tonnes 
per annum of cargoes from 
the export project in Louisana 
state.

Gunvor co-head of LNG trading 
Kalpesh Patel said: “The 
agreement with Commonwealth 
LNG is a significant step in 
executing Gunvor’s overall 
strategy of uncovering and 
securing low-cost resources and 
seamlessly delivering them to 
high-value markets.”

DHL Global Forwarding stays top of 
3PL league
DHL retained its position at the 
top of the rankings of the world’s 
leading third-party logistics 
providers in gross revenue terms 
last year.

US logistics firms had “an 
extraordinary year” boosted by 
inventory build-up prior to the 
China tariffs, according to the 
latest research by Armstrong & 
Associates.

The US-based analyst reported 
that DHL Supply Chain & Global 
Forwarding achieved gross 
logistics revenue of $28.1bn.

Hunter Group selects OSM to manage 
new VLCCs
HUNTER Group, an Oslo-based 
investment company, has hired 
OSM Maritime for full technical 
management of its eight 
newbuilding very large crude 
carriers when they deliver.

The eco-design vessels, which 
are being built at South Korea’s 
Daewoo Shipbuilding & Marine 
Engineering, are due for delivery 
at the end of 2019 and into 2020, 
Norway-based OSM said in a 
statement.

“This is the beginning of a 
strong strategic alliance 
between two Norwegian 
headquartered companies with 
clear global ambitions,” said 
Hunter’s chief executive Erik 
Frydendal. “We have our sights 
set on making a real impact 
within the segment when the 
new vessels arrive, and we need 
a partner with the technical 
management expertise to really 
fulfil the potential we see ahead 
of us.”

Ex-Liberian flag chief joins 
Oldendorff
SCOTT Bergeron, the former 
chief executive of the Liberian 
registry, has joined Germany’s 

dry bulk owner and operator 
Oldendorff Carriers.

Mr Bergeron, who is said to have 
left the registry earlier in the year, 
will be based at Oldendorff’s 
Stamford office in the US. He 
joined last week as director of 
business development, said a 
spokesman.

That means he will be focused on 
developing commercial 
opportunities in the US market, 
as well as being involved in the 
regulatory and policy side of the 
business, according to the 
spokesman.

London Club combined ratio hits 
140% after $26m deficit
THE London P&I Club has joined 
the string of P&I clubs plunging 
in the red for the 2018/2019 
financial year.

In a statement ahead of the 
publication of its full annual 
report, it said it had a deficit of 
$25.8m, pushing its combined 
ratio out to 140.1%.

The loss comes despite a 3.3% in 
net earned premiums, although 
the marine mutual points out that 
free reserves of $168.8m leave it 
in a strong capital position. 
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